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. FEBRUARY), 1959 

SYIOPSIS 

. " 

, ': A; Beech Bollan 11~. • 379"., crashed at ni-ght approxilllately $' miles nortJi-: 
"teat or ' th'e . . , .. . 
OlOO i Ma~Oll City HunIoIpal Airport, Huon 'CIty. !oft, at approximately 

~.~' ~ ~~b~3.1 1959. "The pUOt and three pus.8were tilled and, th~1 
~~rU . " . , 

t ' ~aa demolished. ' , ', . '. ,. , 

'l'he . a~l'att was Observed to ~';;e ~tt towar~ ' the :Ollth 'in 'a normal IlIaD- ' . !let' 
., t~ and : . ,..... ...... , , .' 

llOt'th ..... " Cl~ to an es_timated altitude 'ot 800 ~e.t, and then head in a 
"'esterl 

tl.il . 7 d1r.ectio~. , When approx1mately Smiles , M .d been ·trave,rsed, the 
light ' ot th" . '. .' ' . ,,' . 

... ' 

tl'a . . ., e aJ.rcratt was seen to descend graduall1 unt11 it disaPPeared ' 
~ S1g~~. Fo ' . . : '. .~',:, .'. , . .' ',' 

the :'!, llo~~g this ~ IIUm7 unsuc~esst~. at~empt8 were ~d~ to . contact · y 
ail-Cl'aft b "., 
T . ' Y ~adio • . ~e J wreckage was found in. a field late~ that mOrning. . 

. his CleOid < • , ,' . . : ' 

to '. .,' . ent" like 80 IIUm7 before "it, was caused by the pilotts dec1s101l . 
lUlde~ ~1_ ' .. 1 , • ' • "~e l '. . '. '. , .' I " t. 

ditlo~ flight 1~ 'which the 11ke~~~od ~t encounter~g ~strum~~t c~~ 
at_. seld.s~d~ 1,n the lIIistaken beliet that he could cope ~th"eJl route in-, 
-~~t . 
. . ~ lfeather cOndit· Ui · 1f1t)\ ~, ,:'.-.. . ~ons, without havin« the necessary tam ar1zation ' 

t1... 1 " j' '. . 
, II Ilat);- . ..... ". . '... . 

·to .p,.~ ., ,.~en~s~· the . aircratt and ~~out, beina properly c~ryit1cated ... v Sol .' :. . . 
,ely by instruments • 

. ',:-

" 
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Investigation ~.', ''', . ,'" , 
Charles Hardin, J. P. Riclial'dson, and, iU'chatd V aie'~~ia were members of 

a group of entertainers appearing in· C18'ar Lake, 'lolla, the nigllt of FebruarY 2, 

19,9. The following, ni.~t they lIere to appear in Moor!tead, Mi.nne~~t~. ,Beca\llle 
of~l1S 1:'i'Oubl:e~ 'lIhicbhadplagued.:tM ~~;these three d~cide<f :t'OgotoMoor-
head ahead of the others. Ac~ordingly: ~ , ~~gem~nts were made through Roger 

Peterson of the Dwyer Flying ser~c·e.: lnc. ;locat~d on the Mason City AirPort, 
to charter an aircraft to fly to', r 'argo, NOrth Dakota, the nearest airport to 

Moorhead. ." , 
At approximately 1730,Y Pilot ' Peters ~n lIent to the Air Traffic C()IIII1luni~ 

cati:bns ·station' (ATSS) ,·'.which ' was located in"a ' tower " on top, 'of the A&nini
stra

-

tion; aulldj,ng" ,,;t,q , obp~- tpe nec~ssary ~eath~r informq1iion, pertj.nent to ,~~~. , ~.! 
rli~ht. "I. This ;n~lude~ the , curre~t weather at M~son c~ty, Iowa; Minneap~~i~1 ~:I 

: . ' , '.. " ~ , , . • ~,'" ", ' ~ f 1'*' . ~ 

Redw'([od' ~~lls, and Alex'andria, Minnesota; and the ' termJ.n~ forecast" ·for Fargo~ ~ 
North Dakota. He lias advised by the communicator that aa :these ' statiOns were' 
rePQ:rt,1n~ ceU~ngs.: o~ 5, 000 feet ,or. bet~er ,and vis:Lb1l1 t4~~ of ,\..~ mil~s,or 
above; a~so, that ,t~e F~go, term,i?a1 for~c~s~ ~~dicated the pos~ib,i~it:y of + • ,: 

, .-; . ,,.~ ,tQ ' , .• ' , .• " ,' -"". <t" , -\ ~". t ~ .. ~ /" ' .-
light ' snoW shoWers after 0200 and a cold frontal. 'passage about 0400. The c~ , I 

municatar t 'ol"t-Peterson that a later terminal 'forecast ~ould be' 'avail'able 'at 
239P-~,~ A~ 2~ ,and ~aw.: jlt2320 PUot Peterson ca:ued ATCS concer$g ; tlIe ",,' 

wea~her. At the latt~r ~ime,hf3 , was" advised that the stations en route w~~e. ,,- 'l 
I I~ • '. f... .._ . ' -~ ~,, 'f . .. . .... • ~ • ..,' . . J ." : '. • -. . /I 

repOrt'i'ng ceilings of 4200 feet or better with visib'11ities stiU'lO iniles (it tl 

gr~~~;; Light snow: lias report~d"S.t 'Miniieapol1s~ ' 'The- cold: front > prevtoll~1y··· 
..a. f orted 

r~~~~eq, by , t ,he ' commUJlJ.CQ\lor as ore~~st to pass ,iargo at., 0490 w'as ,npw "rep 

to ~~~s , ~~ere ~~ 0~~9~ ~~e ~ilasor:<, C~~Y we~~her wa~ :reported to th~ pilC?t ,as,: t;J 

ceiling' measured 6,000 overcast; ' visibility 15 ·' zill.~s '~l~~. temp~r~ture~ is d~ , ': 

gree!l; . de.p6ilit 8 degrees;'iind south 2, to 32 la\bt$~ aHimeter " sett:iilg 29;9
6 

, " 
inches~ : ' , 

~ .,J-~ .~ t. ,; 

~. • I· •• ~ f .. .. , ... ~. .~ . ' • ' • " ... ''': ':', '" " a.l. . , 
"A,~, ~3~5, Peterson" ,accompan1e? l?y Hubert. Dilyer, a certificated c~l'c:l.; :, 

pilo~~ 'the 100al fixed':"base operat~r at tli}e M~~on City AirPo;t, "arid ~wn~r o~ 
Bonanza N 3794N (the aircraft used on the flight), again went to ATCs (ior

tbe 
be 

latest weather information. The local weather had changed somewhat in that t 

ceiling had lowered to 5,000 teet, light snow was falling, and the altimeter 

setting was now 29.90 inches. 

~~~~~----~--------------------~~ 11 All times herein are central standard and based on the 24-hOur clock. 
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had"" b:
he

, passen~ers ';arriv'id 'at; ,~~ ail'pin-tabout 0040 and atter their baggage 

J Cl'aft ~~ :~~per ly stowed 'ozi ' board, the 'p±16t ' and pas'sengers boarded the air- . 

l'aQl.o·' ~llot Peterson' 'told Mr~' tJwYer ' theft' he 'would tUe his flight plan by 

"'a;)ri1~hen IUrbOrne. WhilE!" the aircraft was being taxied to the end of run:' 

l,Jeath ~r,~Peterson "called ' ATCS and asked 'for' the latest local and en route 
er. fhi .. ' , 

e'V'~ . " '~,,!; . : . ~ was given. him ' as :riot having changed materially en route; how ... 
... "'., tne'"lo ''' ... 

sk;y 'obs' t"" , c,~ ~~at'~er ' was now ' reported as: . precipitation ceiling .3,000 feet, 

30 kn cured; ViSibility 6 'miles; light 'sn6ti; wind south 20 knots, gusts to 

.o~s~ altimeter setting 29.85 inches. 

a lattA no:rmaf takeoff was made ~t · 0055 and the aircraft was observed to make 
180-de . '. 

Passin ~ee t~~ .and climb to approximately 800 feet and then, after 
g the aJ.rpo""t t th '., . .. ... . 1 . !nost t ~ o · e 'east, to head in a northt-lester y directl.on. 'Through 

DtiYer 0 " t~~ ,flight the tail' light of the aircraft was plainly visible to Mr. 

lllile ' who "ras ; watchilig from a platform outside the tower. When' about five 
S front th. 2/ 

dese ' ~. a;a.rport ,-::- Dwyer saw the tail light of the aircraft gradually 
end until '. , , . . 

radi out of Sight. When Peterson did not report his flight plan by 
o. sOOll -aft -

tl'ied ' er takeoff, the communicator, at Mr. Dwyer1s request, repeate~ 
to rea,ch him 

At . but -was "unable to do so • .. The time was approximately 0100. 

0Pe~ t ter an extensive air search, the wreckage of N 3794N was sighted in an 
4, arm t· :I. 

and th l.e;,J.d at approximately 093S that mor-ning. All oocupants were dead 

~as 1 e aircraft was demolished. The field in which the aircraft was found 
e'V'el and cov ., 1 ' 

Th ; '" ._ered with about four iriches of snow. 

nesa e accident occUrred in' a sp~seit inh~bited area and there were no wit-
es. &cam. . '.' 

~ound ~nat1on of the wreckage indicated that the first impact with the 

babk:" ' was made by the right wing tip when the aircraft was in a steep right 

lias t and in a nose-iow attitude: It was' further iietermined', that 'the aircraft 

O\i"~~ ~_a~~.lil'lg . at-' high' Speed on "8, heading of 315" degrees. p~ts were scattered 

lying 11 . ~~tanee '01' 540 feet, at the end · of which the maih W¥~clcage was found 
the toJ . a~a~nst a lj"arbe;d 'wir~ ' f~nce. The' three pass~ngers ' were thrown clear of 

l:'eckag , .' 
beits ': ,:. e, ~h~ Pil,ot was foUnd ii-t' the ' cockpit. The two front ' seat safety 

P01nts .. ~d . ~he 'micidls ':-ones of th~ 'rear seat- were torn free from their attach 

t:i.tt1il· The tw:o re-ai- 'c;utside beit 'ends remained 'attached to their respective 

no bei:s;; thebllCk:ieot one was brokim. ' None of the 'webbing was broken and 
S ~ere ; b'" , .' . , .,. '. z _____ a Out the b(icup'8hts. " ," , ,, ':: , " , ~ 

s./ 3 (-1.-, 
V";) ll'lap t a tS,ched. 
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Although the aircraft · ~as ~~ damaged"certain important facts ~ere de-

'. There was .n.Q. .. :,.·f .. ire •. All c'.omponents were accounted for at the wreck-termil?:ed • 
. t Thpr.e ,was no evide~c,e of inflight. structural failure or failure .. of age S1. e. "'1 

the controls. T~~ l~ing gear was retracted at the time of impact. The dam

aged' engine was dismantled and examined; there was ,no evidence of engine malfunc

tioning or failure i~ flight. Both blades of the propeller were broken at the 

hub., giving evidence .that the engine was producing power when ground impact oc· 

curred.. The hu~ : pitch-change mechanism indicated that the blade pitch was in 

the cruise range. 

Despi~e the d~age to the cockpit the f?llowing readings were obtained: 
Magneto switches were both in the "off" pOSition. 

Battery and generator switches were in the "on" position. 

The tachometer r. p. m. needle was stuck at 2200. 

Fuel pre~~ure~ ci~ temperature, and pressure gauges were stuck i~ the 
normal or g::>8SrL .r.'r:';~2;9. 

Th~ a~t~!,:t,'lda g.,.."~) -).',l:;'~.~ator was stuck in a manner indicative of a 
9O-degree i" J.g'flt. ·b ~.~~:}~ c;::1d !.tose-down attitude. ' 

· The I'atB of cl:;rrt'J ~_rldicator was stuck a-fj 3; 000 feet per minute descent. 

· The airSI)f?ed l.:.)~Ji..c~to:r needle was stuck bett~een 165-170 m. p. h • 
. ·The· d.irectio:t~~2. gyro wa.~ caged. 

· The oln.'Di s \~IE.,'~·~'(;::· TtJaa positioned at ' 114~9, the frequency of the 
Mason Cit.y O!r..~:J~ range. > ' .' , 
The course selector inqicat~d a 360~degree course • 

. The ,transmitter was tuned to 122.+, the frequency for Mason City. 
The Lear autopilot wa~ not operable. 

The Aircraft 

The aircraft, a Beech Bonanza, model 35, S/N-1019., identification N 3794N, 
was manufactured October ,17, 1947. · It was powered by a Continental 'model 

ElBS-B engine which had a total of 40 hours sin~e major overhaul • . The aircraft 
was purchased by the Dwyer Flying Service, July 1, 1958, and, according' to rec

ords and the testimony of the 1i.c~ns~d mechanic e~ployed by Dw~er, had been . 

properly maintained since its acquis~tion. N 3794N was equipped with' high and 
'lot low frequency radio transmitters and receivers, a Narco omnigator, Lear aut~P~ 

(only repent1y installed and not operable), ~1 the necess~ engine and naYi~ 
gational instruments, and a full panel of instruments used for ~strument flying 
including a Sperry F3 attitude Gyro. 



• Ll : .. 
t , .t 

hl~ .;· ~ - " ,. .. ' ...... 

'Re; ' .' . , " ,- . 
~:r ' ,gar Arthur Peterson, 21 years old, was regularly employed by t he 

b FlYing ,Service as a commercial ptlot and flight instructor, and had 

een loTi th them about one year. H~ had been fiying ' since October of 1954 , 
~~ . 

. accumulated' 711 flying hours, of which 128 were in Bonanza air-
Crart Alm . 
H • ost all ot the . Bonanza time was acquired during charter flights. 

e had ap. '. 
h. PrOXllnate1y 52 hours of dual instrument training and had passed 

18 in ' , . 
s~rument .w.ritten examination. '. He failed an instrument flight check 

on March ' 2'1' ' . 
1 ' '1.958, nine: lJlOnths, prior to the accident. His last eM second-

c ass Phis· al. . , 
of ' . 1C examination was taken March 29, 1958. A hearing deficien~ 
A hls right ear was found and because pi tbis he was given a flight test. 

lo1aiver noting this ;hearing deficiency .was issued November 29.,1958. 'Ac-
COl'din t ' 

g 0 his associates he was a young married man who built his life 
~ound flying • . 'When.his instrument train~ was taken, several aircraft 
loIel'e us d " . " 
h ~ and these were all equipped with the conventional type artificial 

Ol'izon d ' ' . 
B an none with the Sperr,y Attitude Gyro such as 'was installed in 

Ol'lanza N ' " 
di ' 379l.,N. These two instruments differ greatly iil their pictorial 

sPlay. 
, , 

t. . The conventional artificial ' horizon ' pr~vide~ a direct reading indica
l.on of th b 

tit e ank and pitch attitude of the aircraft which is accurate~ in-
cated b"l' a·' . . i 

b oJ lnl.nl.ature aircraft pictorially displayed agamst a hor zon 
ar and ' 

di aSi! observed from the rear • . The Sperry F3 gyro also provides a 
rect . .. 

b read~g indication of the bank and pitch attitude of the aircraft, 
u.t its • 

~h Pl.ctorial presentation is achieved by using a stabilized sphere 
i ose . ~ee-floating lnov~ments behind a miniature ai~craft presents pitch 
nfoMnati ' '. 

v . ' ,on With a sensing , exactly opposite from that depl.cted by the con-
entl.onaJ. .•. 

'l'h . ~tl.fl.cl.al horizon. 
~ . 

'The . . . ' 
~ Surface weather chart for 0000 on Februar,y 3, 1959, showed a cold 
~~Ont . . 

enenM~_ ugh 
Nebl"aska ·A.l .... ug from the northwestern corner of lVlinnesota thro , ~~nt~~ .. 
Sh With a secondary cold front through North Dakota. Widespread" snow' 
al. OWel' actiVity was indicated in advance of these fronts. Temperat~~'~ 

Ong the 1r . ' ...... 1 

1 a w~ route from Mason City to Fargo were below freezLng at all 
e'\rels l1i t : , 

l"ft.._ h an . inversion between 3,000 and 4,000 feet and abundant moisture 
~~Sent -. 

at all levels through 12,000 feet, 
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The temperature and moisture content was such that moderate to heavy icing 

and precipitation existed in the clouds along the route. Winds aloft along 

the route at altitudes below 10,000 feet were reported to be 30 to 50 knots 

from a southwesterly direction, with the strongest winds indicated to be 
clos~Bt to the cold front. 

A flash advisory issued by the U. S. Weather Bureau at Minneapolis at 

2335 on February 2 contained the following information: "Flash Advisory 

N C A band of snow about 100 miles wide at 2335 from extreme north-o. ;;J. 

western Minnesota, northern North Dakota through Bismarck and south-south

westward t~ough Black Hills of South Dakota With visibility general~ be

low 2 miles in snow. This area or band moving southeastward about 25 knots. 

Cold front at 233> from vicinity Winnipeg through Minot, Williston, moving . 

s~utheastward 25 to 30 knots with surface winds following front north-north

west 2, gusts 45. Valid until 0335." Another advisory issued by the U. ·S. 

Weath~r· Bureau at Kansas City, Missouri, at 0015 on February 3, was: "Flash 

Advisory No.1. OVer eastern half Kansas ceilings are locally below on~ 
thousand feet, visibilities locally 2 miles or less in freezing drizzle, , 

light snow and fog. Moderate to locally heavy iCing areas of freezing driz

zle and locallY moderate icing in clouds below 10,000 feet over eastern por
tion Nebraska, Kansas, northwest Missouri, and most of Iowa. Valid until 

051.5. II Nei ther communicator could recall having drawn these flash adviso

ries to the attention of Pilot Peterson. M~. Dwyer said that when he accom

panied Pilot Peterson to ATCS, no information was given them indicating in

st~~ent flying weather would be encountered along the route. 
Analysis 

There is no evidence to indicate that very important flash advisories 

r~garding adverse weather conditions were drawn to the attention of the 

pilot. On the contrary there is evidence that the weather briefing con

sisted solely of the reading of current weather at en route terminals and 

terminal forecasts for the destination., Failure of the communicators to 

draw these advisories to the attention of the pilot and to' emphasize their 

importance eouid r~adily lead the pilot to underestimate the severity of ' 
the weather situation. 

It must be pointed out that the communicators t responsibility with 

;espect to furnishing weather inf~rmation to pilots is to give them all the. 
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a~ailable . . 
Vise in l.nforl1latl .. ~n" to interpret this data if requested, but not to ad-

defi' any manner. Also, the pilot and the operator in this case had 'a 
nl.te l"es . ' 

~atl' pons1bility to request and obtain all' of the available infor-on and t 
~ interpret it correctly. 

enti ~. Dwyer said that he had confidence in Pilot Peterson and relied 
rely on h" ' . . • 

du.ct ' l.s operatJ.onal judgment with respect to the-plannl.1lg and con-
ot th~ flight. 
At Mason C't 

ceiltn 1 y, at the time of takeoff, the barometer was falling, the ' 
g and Visib"I' 

SUt-t 1 1 ty were lowering, light snow had 'begun to fall, and ',the 
aCe Winds 

to en and winds aloft were so high one could reasonably have , expected 
counter ad 

~erse weather during the estimated two-hour flight. 
It Was alr 

area al eaqy snowing at Minneapolis" and the general' forecast for the 
Qonsid Ong the intended route indicated deteriorating weather conditions., 

el'ing all .p 

cQted o~ these facts and the fact that the company was certifi-to fl . 
togeth Y 1n accordance with visual flight rules only, both day and night, 

~~~~ . , 

to g' , e pl.lotts unproven ability to fly by instrument, the decision 
o seems . 

:most l.lnprUdent 
It . • 

ot ls believed tha~ shortly af'ter takeoff " Pilot Peterson entered an area ComPlete d 
the s arkness and one in which there was no definite horizon; that 

now condit" ' ' 
flight . l.~ns and the lack of horizon required him to rely ,solely :on 

lnstrument Th S for aircraft attitude: ,and orientation. ' " 

Ilight ll: high gusty tiinds and, the .;It.tendant turbulence which existed this 
• Uld have c b tnd' aused the rate of climb indicator and the turn and ank tcator t ' 
in strum 0 fl~ctuate to such _an extent that an interpretation of .these 

ents So f 
CUlt to a' ar, as att1tude :, contr.ol is concerned would pave been diffi-
eter al Ptlo~ as inexperienced as Mr. Peterson. The airspeed and altim- ' 

one lV'ould 
tain c not have provided him with sufficient reference to main-

Ontl'ol of . . . 
~oUld t the P1tch attitude. With his limited exper1ence the p110t 

end to l' 1 
these e Y on the attitude gyro which is relatively stable under 

conditions. 
. SerVice e . 

dlcated xperl.ence with the use of the attitude gyro has clearly in-
COntusi 

nating b on among pilots during the transition period or when alter-
his· etl-l

een 
conventional and attitude gyros. Since Peterson had received l.l'lstr'llln 

~titici 1 ent training in aircraft equipped with the conventional type 

a hOl'izon, and since this instrument and the attitude gyro are 
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opposite in their pictorial display of the pitch attitude, it is probable 

that the reverse sensing would at times produce reverse control action. 

This is especially true of ins trument flight conditions requiring a high 

degree of concentration or requiring multiple function, as would be the 

case when flying instrument conditions in turbulence without a copil?t. 

The directional gyro was found caged and it is possible that it was never 

used during the short flight. However, this evidence is not conclusive. 

If the directional gyro were caged throughout the flight this could only 

have added to the pilotts confusion. 

Conclusion 
At night, with an overcast sky, snow falling, no definite horizon, and 

a proposed flight over a sparsely settled area with an absence of ground 

lights, a requirement for control of the aircraft solely by reference to 

flight instruments can be predicted with virtual certainty. .. 
The Board concludes that Pilot Peterson, when a short distance from 

the airport, was confronted with this situation. Because of fluctuation 

of the rate instruments caused by gusty winds he would have p~et:i forced 

to concentrate and reiy greatly on the attitude gyro, an instrument with 

which he was not" completely familiar. The pitch display of this instru

ment is the reverse of the instrument he was accustomed to; therefore, he 

could have become confused and thought that he was making a climbing turn 

when in reality he was making a descending turn. The fact that the air-

craf~ struck the ground in a steep turn but with the nose lowered only 

slightly, indicates that some control was being effected at the time. 

The weather briefing supplied to the pilot was seriously inadequate in 

that it failed to even mention adverse flying conditions which should have 

been highlighted. 
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l):obable Cause 

The ~rd determines that the probable cause of this accident was 

the pilot's unwise decision to embark on a flight which would necessitate 

flYing S~lely by instruments when he was not properly certificated or 

qUalified to d e so. Contributing factors were serious deficiencies in the 

Weather briefing, and the pilot's unfamiliarity with the instrument which 

determines the attitude of the aircraft. 

BY THE CIVIL AERONAUTICS BOARD: 

lsi JAl~S R. DURFEE 

lsi CJ-!JiN GURNEY 

lsi HARMAR D. DENNY 

/s/ G. JOSEP H IVJINETTI 

/s/ LOUIS J. HECTOR 

NOTE: 
See attachment entitled ttSafety l-iessage for Pilots." 



~Vestigation and Depositions 

The Civil Aeronautics Board was notified February 3, 1959, of this 

accident and an investigation was immediately begun in accordance with 

the provisions of Section 701 (a) (2) of the Federal Aviation Act of 1958. 
DePositions were taken at Mason City, Iowa, February 18, 1959. 
The Aircraft 

N 3794N, a Beech Bonanza, model 35, S/N-I019, was manufactured 

October 17, 1947. It was equipped with Continental model E 185-8 engine 

and a Beech model R-203-l00 propeller. The aircraft had accumulated a 

total of 2,154 flying hours and the engine had 40 hours since overhaul. 
The . 

al.rcraft was purchased by the IJt,JYer Flying Service July 1, 1958. 
The Operator 

The Dt.1jTer Flying Service, owned and operated by Mr. Hubert J. Dwyer, 

was started in 1953. The business consisted of a fixed-base operation 

engaged in charter flying, student instruction, and aircraft maintenance 

and sales. The service had an air carrier operating certificate wit h 
an . 

a~r taxi rating issued by the Federal Aviation Agency. The certificate 
permit 

ted the carrying of passengers for hire within the continental 
l' . 
~ts of the United States in accordance with visual flight rules, 

both day and night. 
The Pilot 

Roger Peterson, age 21, held airman certificate No. 1324428, with 

single-engine land and flight instructor ratings. He took his last 

second-class phYSical examination March 29, 1958. 





ATTACHMENT 

A SAFETY HESSAGE FOR PIIDrS 

To the pilot ~ho h~s 
~, - not been exposed to instrument flight utilizing both 

the attitUde ~~o ~nd the 
OJ4 - artificial horizon, the fact that pitch information 

is do 
lSPlayed in 

an OPPOSing manner on these instruments does not appear 
Pat'ticUl 

arly significant& 
of tho . 

- 1.s diff . ° 

erence3 no difficulty should be experienced in utiliz~ng cJ.ther 

The assumption may be that, providing one is alV'are 

This assumption, however, is true only if the pilot has had 
Sutfie' 

J.ent tra;n';ng b h . ~ to f 

ins tl'1lment • 

~ ~ on oth instruments to interpret pitc lll~orma ~on rom 
either ° ----

~J.th equal facility. In the absence of such training or experience 
the habOt 

J. patterns generated by training and repetitive experience in interpreting 
PitCh infol:'rnat o 

~on displ.yed in an identical manner each time causes an instinctive 
l"eaction ° 

J.n the application of control pressures to achieve a desired resulto 
klhen this . 

J.nformation is then displayed in an opposite manner, the instinctive reaction 
lVill eaus 

e an improper application of control pressures, a change in attitude 
Cant:r-

a:r-y- to that 
anticipated, and at least momentarily, a period of disorientation 

tOllo~s 
? Unless the pilot is highly skilled in instrument flying ana can reorient 

hirnself b 
Y Use of the other instruments in the cockpit; this period of' disorientaa) to 

len ean be 
fatal Q 

All Pilots who have received instrument training utilizing the artifiCial 
ho.t'i 

zen are . _ ° • 

h adVisea not to rely upon the attituae gyro unless suffJ.c~ent experience 
as been . 

gaJ.ned under simulated instrument conditions to insure competence with this ° 

l.nstl"'Ument~ 

While tho 
J.s message deals primarily with flight instruments, it is equally 

-'PPlicable to 
other equipment in the aircraft including radio navigation and 

.PP:t'oach id 
equipment~ 



ATTAcm4ENT 

KNOW yOUR AffiCRAFT EQUIPMENT ~ ITS CA.PA'BILITIES ' AND LIMITATIONS" 

DO NOT RELY UPON ANY EQUIPMENT UNDER CIRCUMSTANCES REQUIRING 'ITS USE FOR THE 

SAFE CONDUCT OF THE FLIGHT UNTIL YOU HAVE ACQUIRED SUFFICIENT EXPERIENCE UNDER 
I 

SIMULATED CONDITIONS TO INSURE YOUR ABILITY TO USE IT PROPERLY 0 
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